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ABSTRACT  
This paper described some stylized facts about aviation 
sector performance in Nigeria before and during 
deregulation of the sector, it was obvious that Air 
transportation promote economic growth and 
development in Nigeria through employment generation, 
enhance trade and encourage tourism. The major 
objective of this paper is to give a clear picture about the 
structure, trend and composition of Nigeria aviation 
sector in terms of operation of domestic airline as means 
to generate income, employment, trade and other basic 
amenities. Based on our findings, Air transport 
liberalization will benefit both consumer and Nigeria 
Aviation sector, and the study recommend that growing 
in the open skies policies through increase in passenger 
carrier by allowing competition will served as a tool for 
achieving deregulation of aviation sector.  
Keynotes: Nigeria Aviation, Transport, 
Performance, Liberalisation. 
INTRODUCTION  
The importance of Air transportation in economic 
growth and development of any nation of the world 
cannot be overemphasized. Air transport facilitates 
quick movement of goods and passengers across 
nations of the world within the domestic and 
international economies. International air transport 
specifically which tends to facilitate trade and 
travels across continents operates within the 
framework of the 1944 Chicago Convention, under 
which airlines’ commercial rights on international 
routes are governed by bilateral air services 
agreements (ASAs) between each country-pair. 
These ASAs regulate a wide range of conditions 
related to the provision of international air services, 
including air freedoms, capacity limitations, tariff 
approval and airline designation. 
Improvement in the transportation system is a 
feasible mechanism for achieving sustainable 
growth and development in this modern time of 
globalization has swept and is still sweeping across 
the global continent. Therefore, the interest of this 
paper it to provides overview and trend about     the 
development that has happen in Nigeria aviation 
sector before and during the deregulation period of 
the sector.  However, Government of Nigeria 
intend to liberalize the aviation sector in order to 
put it on a higher gear and make it contribute more 
to national development. This paper therefore 
brings to bear some of the peculiar characteristics 
of some stylized facts and background analysis of 
the recent development in the Nigerian Aviation 
sector. 
Stylized facts and figures on Nigerian aviation 
sector transport statistics and overall 
performance 
It is worth noting that as the level of Air 
transportation services increase in Nigeria, the 
sector is considered as a strong tower in Nigerian 
Transport service sector. In fact, Air transport is the 
“glue” that links the world and drives growth and 
development, while improving the social welfare of 
the population. Commercial aviation creates 
demand in many sectors of the world economy. 
The tourism industry is heavily dependent on 
aviation, and benefits substantially from the fact 
that airlines of the world are able to transport 
people to tourist destinations at increasingly more 
favorable prices. Indeed, the globalization of the 
world economy depends on an increasingly 
efficient and readily available international air 
transport system. Within this context, the quality of 
passenger transportation networks is a key input for 
processing and transmitting information efficiently 
because it influences the costs and opportunities for 
face-to-face contacts between people of different 
nations of the world.  
Nigerian Air transport, registered carrier 
departures worldwide 
Registered carriers and departure worldwide as 
recorded by the Nigerian Aviation management 
agency is an indicator of the rate of globalization of 
labour. That is the rate at which labour move from 
one destination to another internally. In this sense, 
following the liberalization of the aviation sector in 
Nigeria, it is expected that the level of international 
transport based on registered passengers and the 
departure will showcase how far the sector have 
fare over the years. Time series data on this 
variable were obtainable from the World Bank 
Economic Indicator. World and the trend of the 
variable based on the data are also presented in 
Table1 below for more detail 
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Table1   Nigerian Air Transport, registered carrier departures worldwide Statistics (1970-2016) 
Years 
Air transport, 
registered 
carrier 
departures 
worldwide Years 
Air transport,                   
registered                             
carrier                        
departures                    
worldwide Years 
Air transport, 
registered 
carrier 
departures 
worldwide 
1970 9400 1986 32600 2002 13154 
1971 11700 1987 30100 2003 8987 
1972 14500 1988 19700 2004 8254 
1973 16900 1989 15900 2005 10227 
1974 17200 1990 17400 2006 16045 
1975 19200 1991 14900 2007 16936 
1976 24900 1992 12500 2008 18005 
1977 30800 1993 11900 2009 16851 
1978 33500 1994 11200 2010 16696 
1979 35400 1995 6600 2011 68014.28 
1980 39100 1996 5600 2012 65631.51 
1981 37800 1997 6400 2013 59182 
1982 26700 1998 7500 2014 61512.45 
1983 28600 1999 8400 2015 64126.6 
1984 27700 2000 12761 2016 61700.92 
1985 37500 2001 10667   
Source: World Bank-World Development Indicators, 2017. 
 
It could be seen clearly from the graphical trend 
above that the registered passenger carriers and 
final passenger departure varies from one year to 
another. For instance, the highest point on the 
curve was observed in 2011 where the total number 
of registered carrier departure was put at Sixty-
Eight thousand and fourteen (68014) passengers. 
The second highest point was also recorded in 
2012, with total registered carrier departure of 
Sixty-five thousand, Six hundred and   thirty- One 
(65631) passengers. 
 
It is worth noting that downward trend was 
recorded in from 1981 to 1984, but 2012 witness 
the second highest Point on the curve in the graph. 
Also, a slight reduction or downward trend was 
also recorded from thirty two thousand six hundred 
(32600) passengers in 1996 to five thousand six 
hundred (5600) in 1996 which is the lowest trend 
so far from the graph. Significantly,1986   periods 
marked the emergence of liberalization era in the 
history of Nigerian economy. Another upward 
trend in passenger movement was also observed 
between 1997 till 2000.i.e from six thousand four 
hundred (6400) to twelve thousand seven hundred 
and sixty-one (12761) passengers for 1997 and 
2000 respectively. Another apparent level of 
fluctuation recorded so far in the trend occurred in 
2004 where the total registered carriers departure 
worldwide was put at eight two thousand fifty four 
(8254). Additionally, there was a stability in total 
carrier departures Worldwide grew at an average 
growth rate of sixteen thousand from 2006-2010.  
After this trend, an upward trend was recorded in 
the subsequent years till 2010 with the total 
carrier’s departure of Sixteen thousand six hundred 
and six (16696). 
 
Evidently, one of the significant lesson learnt from 
the above trend is that the rate of international 
travel peaked up in the early to mid-1980s which is 
known in the history of Nigerian economy as the 
deregulation era where the Nigerian Government 
were trying to set the pace for higher economic 
growth. Thus, the period of Structural Adjustment 
Programme (SAP) and the subsequent 
liberalization policies were on the move, and the 
Nigerian Aviation sector is not left out. Again, the 
whole 1990s and even early part of the twentieth 
(20
th
) century witness global financial crisis which 
actually reduced the level at which international 
mobility could have reach. Other regulatory 
procedures as well as high cost of transport (Air 
Faire) in the embassies deter some people as well 
from being mobile internationally. 
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Figure1:  
Air transport, registered carrier departures worldwide 
 
 
 
It could be seen clearly from the graphical trend 
above that the registered passenger carriers and 
final passenger departure varies from one year to 
another. For instance, the highest point on the 
curve was observed in 1980 where the total number 
of registered carrier departure was put at thirty nine 
thousand one hundred (39100) passengers. The 
second highest point was also recorded in 1985 
with total registered carrier departure of thirty-
seven thousand five hundred (37500).  
 
It is worth noting that downward trend was 
recorded in from 1981 to 1984, but 1985 witness 
the second highest Point on the curve in the graph. 
Also, a slight reduction or downward trend was 
also recorded from thirty two thousand six hundred 
(32600) passengers in 1986 to five thousand six 
hundred (5600) in 1996 which is the lowest trend 
so far from the graph. Significantly, these periods 
marked the emergence of liberalization era in the 
history of Nigerian economy. Another upward 
trend in passenger movement was also observed 
between 1997 till 2000.i.e from six thousand four 
hundred (6400) to twelve thousand seven hundred 
and sixty-one (12761) passengers for 1997 and 
2000 respectively. Another apparent level of 
fluctuation recorded so far in the trend occurred in 
2004 where the total registered carriers departure 
worldwide was put at eight two thousand fifty four 
(8254). After this trend, an upward reversal of the 
trend was recorded in the subsequent years till 
2010 with the total carrier’s departure of Sixteen 
thousand six hundred and six (16696). 
 
Evidently, one of the significant lesson learnt from 
the above trend is that the rate of international 
travel peaked up in the early to mid-1980s which is 
known in the history of Nigerian economy as the 
deregulation era where the Nigerian Government 
were trying to set the pace for higher economic 
growth. Thus, the period of Structural Adjustment 
Programme (SAP) and the subsequent 
liberalization policies were on the move, and the 
Nigerian Aviation sector is not left out. Again, the 
whole 1990s and even early part of the twentieth 
(20
th
) century witness global financial crisis which 
reduced the level at which international mobility 
could have reach. Other regulatory procedures as 
well as high cost of transport (Air Faire) in the 
embassies deter some people as well from being 
mobile internationally. 
 
 
 
 
Source: World Bank-World Development Indicators, 2017. 
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Figure2:  
Air transport, passengers carried 
  
 
 
 
From the graph above, the progressive growth in air transport of passengers carried was achieved in the year 
2012 as compared with year 1995 , 1997 and 1999 respectively. Declined in the air transport passenger carried 
was due to was due to world first terrorist attack and bombing of some airports. However, increase in total 
growth of air passengers by members states in the year 2015 and 2016 was as result of improved financial 
performance of the various airline sector, reduced cost of carriers and introduction of innovative low -cost faire 
business has been responsible for these significant improvements in the sector. 
 
Figure3:  
Air transport, passengers carried 
  
 
 
ATF in Million 
Tons-Km 
Source: World Bank-World Development Indicators, 2017. 
Source: World Bank-World Development Indicators, 2017. 
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The air freight sector is cyclical and mainly reliant 
on on global economic situations and the level of 
world trade; its business model is driven by the 
increasing demand for rapid deliveries and 
associated logistical services. With a 1substantial 
reduction in the price of oil during 2015, cargo 
carriers and their customers transporting goods by 
air confronted with lower costs, with air freight 
becoming more and highly competitive compared 
to shipping (which dominates freight transport 
markets, especially for heavy, bulky goods of 
comparatively small value and global financial and 
economic crises in 2008 also accounted declined in 
the above trend from table above   
The Contributions of Air Transport to service 
sector GDP (1981-2010) 
In reality, transport and communication sector have 
been the hallmark of service industries’ 
contribution to Nigerian economic growth and 
development. Transport in particular is the 
cornerstone of civilization. As the society and 
economic organizations become complex, the 
relevance of transport grows. Also, the demand for 
transport is a derived one, because it depends on 
the demand for the commodities carried or the 
benefit of personal travel and each travel is unique 
in time and space. Hence, the demand for transport 
services increases with the extension of the input-
output relationships of an economy.  
In Nigeria, transport’s contribution to the Gross 
Domestic Product (GDP) is relatively low. For 
example, in developed countries, transportation’s 
contribution varies between 11 and 16 percent of 
the GDP, whereas in Nigeria it varies between 3 
and 12 percent. The elasticity of demand for 
transport depends on the elasticity of demand for 
the commodity being transported as well as on the 
proportion of transport costs in the value of the 
delivered product. Also, studies in Nigeria’s 
economies suggest that transportation costs form a 
significant proportion of the final price of most 
goods - agricultural, manufactured and mining 
products. On the average, transport accounts for 
more than 30% of the value of the delivered 
product. This high cost is attributable to the 
inadequacy and inefficiency in Nigeria’s transport 
infrastructure. 
The researcher gathered from the available data 
that the level of contribution of Nigerian Aviation 
sector to the overall growth and development of 
Nigerian economy is dismal or relatively 
insignificant. 
 
Figure 4 
Trend of the Total service sector, Transport and Aviation Subsector share in Total   GDP (1981-2010) 
 
Source: Author’s computation from CBN, Statistical Bulletin, 2010. 
 
The graph revealed that three distinguish ratio of 
the service sector to total GDP for the period of the 
study. The blue rectangle in the bar chart represents 
the share of total service sector in Nigerian Gross 
Domestic Products. Here, within the period of time 
covered in this study, the highest percentage share 
of the service sector to GDP was reckoned in the 
1980s, especially 1981 and 1986 with the highest 
percentage of 19.6 and 19.5 respectively. 
Generally, the variation in the trend of service 
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sector-Total GDP ratio between 1981 and 1986 was 
insignificant because of the peculiarity of those 
periods as the era of deregulation in Nigeria 
economy. However, tremendous fluctuations 
occurred between the period of 1987 and 2010 in 
the total service –GDP ratio. For instance, after 
recording as low as 4 percent on average in 1987, 
the trend increase from 12 percent 1988 and later 
fluctuate to about 4 percent again in 1999. The 
trend again changed between 9 to 12 percent for the 
period of 2000 to 2005 before we experience 2.4 
percent in 2006. The remaining period from 2007 
to 2010, the service sector-GDP ratio rise and fall 
between the averages of 11 percent. By 
implication, the early years of economic 
deregulation of the basic economic sectors in 
Nigeria, including the service sector show 
significant improvement in the ratio of the service 
sector contribution to total GDP in Nigeria in 
comparison with the other periods in 1990s and the 
20
th
 century which is characterized by incessant 
fluctuations in macroeconomic outcomes, 
especially the period of global financial crisis. 
On the other hand, the share of the transport sector 
to total GDP in Nigeria performs inefficiently 
because for the period of time examined in the 
trend analysis, it was only 1981 that we record the 
highest percent of about 6.1 percent as the share or 
contribution of the transport sector in Total Gross 
Domestics Products of the country. The net highest 
ratio occurred in 1986 with the total percent share 
of about 5.6 percent. Unfortunately, the Nigerian 
Transport sector only contributes 2.4 percent to 
total GDP even in the 20
th
 century-precisely in 
2006. Same scenario is followed in 2007 to 2010 
where the share of the sector (Transport) to total 
GDP was less than 3 percent.  
On the contrary, the graph displayed that the share 
of the aviation sector to the total GDP is abysmal.  
Here, the total contribution of the aviation sector is 
very insignificant. For the whole period of time 
under consideration, Aviation sector have not 
performed up to half (0.5) percent as its share ratio 
in the aggregate gross domestic products in 
Nigeria. Although, Aviation services is a subset of 
transport sector, while transport sector is in turn a 
subset of the entire service sector, hence one could 
expect such insignificant nature of the overall 
performance of the aviation sector in Nigerian 
economy. Notwithstanding the fact that Aviation 
sector is a small and insignificant fraction of the 
entire service sector, one can still expect better 
performance yet in view of the recent liberalization 
of the entire service sector in Nigeria which has 
spur all service sectors on the path of growth. 
Indeed, in the context of Nigerian economy, the 
above trend examined above is not surprising when 
considering the level of inefficiencies and a shared 
culture of corruption that is inherent in our public 
parastatals, coupled with the infrastructural 
challenges that have hindered and still hindering 
adequate growth of the real sectors of the Nigerian 
economy. 
Contribution of Aviation of sector to output and 
employment in Nigeria 
The below table demonstrates the contribution of 
Nigeria aviation sector to the economies in relation 
to employment opportunities and output which was 
represented as GDP for each of the four respective 
channels. Based on these descriptions we 
considered the location of the airlines, availability 
of infrastructure facilities and spillover benefits in 
relation to tourism and trade
  
Table 2 
 Contribution of Aviation of sector to output and employment in Nigeria 
 
 
Source: IATA, ACI, Nigeria National Bureau of statistics, Oxford Economics 
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Employment Opportunities and Output in Nigeria Aviation Sector 
The process by which aviation sector is   build up and the footprint of an economy is also demonstrated by 
Figure 5 The three events that includes the aviation sectors are illustrated by the panel below 
The below signifies the chain of their supply boxes that contain the most crucial inputs bought by each of the 
activity.  The third panel from the top labels as a positive contribution that comes from both aviation workers 
spending and their chain of supply that is denoted by the arrows that link this panel with the panels above.  The 
bottom panel, enabled „the footprint of an economy, reports the total GVA, employments and contribution from 
tax. These wholes are the sum of the numbers reported in the panels below. 
Figure 5 
  
Source: IATA, ACI, Nigeria National Bureau of statistics, Oxford Economics  
 
The share of Transport Sector and Aviation Subsector in Total Service Sector GDP (1981-2010) 
In furtherance to the above analysis, the researcher deemed it fit to analysis the trend of the share of Transport 
sector and the Aviation subsector in the total contribution of the service sector in National economic growth and 
development in Nigeria. Here, aviation sector as a subset of transport sector is examined with the view of giving 
the percentage ratio of the annual values of the GDP accruable from the aviation sector. Thus, table 4 in the 
appendix and figure 2.3 below explain the dynamism of the trend of the share of total Aviation GDP and 
Transport sector GDP to total output from the service sector.                                                                                                                                                                                                                                                                                                                                                                                                                                                                                                        
 
Figure 6: 
The share of Transport Sector and Aviation Subsector in Total Service Sector GDP (1981-2010) 
 
 
 
The graph shows the trend of the distribution of the 
ratio of transport sector GDP to the ratio of total 
GDP from the service sector. It revealed that 82.7 
percent of the total GDP from the service sector is 
attributed to the transport sector. In the same vein, 
it is only 1987 that has the highest share of about 
3.4 percent for the aviation sector share in total 
revenue or GDP from the service sector, while the 
remaining years has less than 3 percent. 
Source: Author’s computation from CBN, Statistical Bulletin, 2010 edition.  
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Trend of the share of Various Transport 
Subsectors in Total Transport Sector GDP 
(1981-2012) 
The final trend analysis that the researcher has  
presented here concerned with the relative share of 
the major subsectors of the transport sector which 
Aviation subsector is expected to play an important 
role. Here, the share of total GDP from the road 
transport in the aggregate Transport setor GDP, as 
well as e ratio of other transport subsetor is 
presented. (See table 2.4 in the appendix and figure 
2.4 below for detail). 
 
Figure 7: 
Trend of the share of Various Transport Subsectors in Total Transport Sector GDP (1981-2012) 
 
Source: Author’s computation from CBN, Statistical Bulletin, 2010  
 
The graphical trend of the distribution shows that 
road transport contributed on the average of 90 
percent to total revenue (GDP) from the transport 
sector. The highest peak was 2004 where the ratio 
of road transport GDP to overall GDP from 
transport sector amounted for about 94.3 percent. 
In the same manner, the highest share of GDP ratio 
of Rail and pipeline transport to total GDP from the 
transport sector was put at 8.2 percent and this was 
recorded in 1987. The rest of the years used in the 
study were not up to that percentage again. On the 
part of Air transport share of the total GDP from 
the Transport sector, we found that it is relatively 
low, likewise with other transport services in the 
trend above. The outstanding lesson learned from 
the above is that water transport and road transport 
takes the dominant share of the GDP of the whole 
Transport sector. 
It is indeed, a challenging task to really 
characterize the whole scenarios of the Nigerian 
Aviation sector. However, the analysis examined 
above has provided an insight into the nature and 
the working of the environment of the aviation 
sector in Nigeria. Although from the above 
analysis, the researcher found that Aviation sector 
have not yet brings out its glory that propelled the 
federal government of Nigeria to embark on its 
liberalization. However, the empirical research in 
the subsequent chapter will reveal the whole nature 
of the impact which the liberalization policy of the 
sector has on its performance. 
Aviation Sector Performance and 
Liberalization: Evidence from developed 
Countries 
Prior to liberalization in the aviation sector, 
countries routinely limit the number of foreign 
entrants, the services they can offer, and the prices 
they can charge. This was the case in the United 
States until a concerted effort was made to 
liberalize passenger aviation. Between 1993 and 
2008, the US signed more than 90 bilateral “Open 
Skies Agreements” (OSA) that removed barriers to 
cross-border air transport with partner countries. 
This initial development set up a domino effect in 
the global aviation market.  Such that the pace of 
liberalization globally increased whereby states like 
European Unions, Australia, Asian countries now 
actively pursue liberalized market access and 
conditions in their aviation relations with other 
States.  
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Literature on the impact of liberalization in the 
developed countries focused on the direct benefits 
to aviation sector, indirect benefit to other sector 
and the overall economy. Earlier studies looked at 
USA aviation sector, being the pioneer to 
deregulate this sector. Botton (1998) found that 
following the US deregulation, between 1977 and 
1988, passenger traffic increased by 55percent, 
while scheduled revenue passengers -miles grew by 
over 60percent. The real costs of travel fell by 
about 17percent on major routes. Similarly, 
Morrison and Winston (1996) estimated that US 
deregulation yield welfare gains of $6billions to 
passengers and about $2.5billions to stakeholders 
of carriers.  
Similar studies in other countries such as European 
nation made the same conclusion.  A study by 
European Civil Aviation Committee (2003) found 
that between 1992 (the year before the EU air 
market was fully liberalized) and 2000, the number 
of intra-EU routes served by more than two carriers 
increased by 256% while the number of domestic 
(within member state) routes with more than one 
carrier had increased by 88%. Also, the study 
reported a significant reduction in transportation 
cost in the industry. It found that in real terms (i.e., 
after adjusting for inflation) discount economy 
fares, which represent the vast majority of tickets 
purchased, declined 34% between 1992 and 2000. 
Over the same period, full economy fares declined 
5% in real terms.
 
A recent study by the World 
Trade Organization (WTO) also examined the 
impact of ownership and control restrictions on 
international air traffic, and estimated that the 
removal of such restrictions could stimulate a 34-
39% increase in traffic, depending on the degree of 
control already in place and the measurement 
methodology used.  
Other studies have look at the impact of bilateral 
agreement in aviation industry, a classical study on 
these issue examined the potential economic 
impact of an U.S.-EU open aviation area estimated 
that removal of ownership and control restrictions 
had the potential to produce cost savings of 4.2% in 
U.S. and EU air carriers, leading to lower fares for 
consumers and stimulating additional demand. 
Dobruszkes and Mondou (2013) classified the 
impact of liberalization on aviation sector into four, 
which are; direct, direct, induced and catalytic 
impact. The linkages and channels through which 
the aforementioned impact work and affect the 
affect the economy is diagrammatically presented 
below;  
 
 
Extensive branch of literature have also examined 
impact of the aviation sector liberalization and 
GDP growth and employment generation. A 2004 
study by the UK CAA examined the impact of 
liberalization of the EU market on employment in 
the aviation sector.
 
It found that between 1991 and 
2001 (i.e., before and after liberalization) 
employment in the aviation sector had increased by 
38% in the UK. The study found similar results 
across Western Europe with employment 
increasing by 6-84%, except in a few countries 
where the national carrier had collapsed or been 
restructured as a result of government policy (e.g., 
Switzerland, Belgium, Greece). 
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Irwin and Kasarda (1991) examined the 
relationship between the structure of airline 
networks and employment growth at 104 
metropolitan areas in the United States.
 
Using data 
for a 30-year period, the researchers conducted 
statistical analysis which found that expansion of 
the airline network serving a region had a 
significant positive impact on employment in that 
region, particularly in service sector employment. 
In a similar study, Brueckner (2002) also looked at 
the impact of air service on employment in the U.S.
 
The analysis found that a 10 percent increase in 
passenger enplanements in a metropolitan area 
leads to an approximately one percent increase in 
employment in service-related industries. Frequent 
service to a variety of destinations, reflected in the 
high levels of passenger enplanements, was found 
to both attract new firms to the metro area and 
stimulate employment at established enterprises. 
However, the analysis found that there was no 
impact on manufacturing and other goods -related 
employment suggesting that air travel is less 
important to these industries than it is to service-
related industries.  
On the investigation into general economic 
performance, Cooper and Smith (2005) examined 
the contribution of air transportation to tourism, 
trade, location/investment decisions and 
productivity.
 
The study estimated that the net 
contribution of air transportation to trade (i.e., 
export minus imports) was €55.7 Billion in 2003 
across the 25 current EU members, or 
approximately 0.6% of GDP. Furthermore, a 2006 
study by Inter-VISTAS Consulting Inc. found that 
a 10% increase in a nation’s air connectivity (a 
measure of international air service) increased GDP 
by 0.07%. 
Although most of the study reviewed found a 
positive and significant impact of liberation on 
aviation sector performance specifically and 
economy in general, some recent studies has 
reported negative impact due to aviation sector 
liberalization. Bachelor (2004) noted that the major 
difference in liberalization among developed 
nations is the degree of downfall of grandfather 
airline. In the U.S., Pan American Airline - a 
traditional airline, went bankruptcy after 
deregulation. The situation is totally different in 
EU. Airlines, like KLM has no downfall 
phenomenon as it has subsidy and protection from 
Government which is greatly costly. 
This review point to the fact that although 
unambiguous evidence point to the benefits of 
deregulation, however, deregulation is not costless 
as Bachelor (2004) argued even in the 
industrialized nations.  
Aviation Sector Performance and 
Liberalization: Evidence from Developing 
Countries 
Over the past three decades, much of the world has 
moved from a strictly regulated air transport 
industry to a more liberalized one. Civil aviation 
industry in Africa has also embarked on a process 
of deregulation. In October, 1988, the ministers in 
charge of civil aviation in African states met in 
Yamoussoukro, Côte d’Ivoire, and expounded a 
new African Air Transport Policy, later called the 
Yamoussoukro Declaration. Also, The United 
Nations Economic Commission for Africa initiated 
a further conference in Yamoussoukro, which 
resulted in the historic agreement on pan-African 
liberalization of air services, the so-called 1999 
Yamoussoukro Decision. 
 
The main objective of the both accord was the 
gradual liberalization of scheduled and non-
scheduled intra-African air services, abolishing 
limits on the capacity and frequency of 
international air services within Africa, liberalizing 
fares and universally granting traffic rights. 
Signatory states were obliged to ensure the fair 
opportunity to compete on a nondiscriminatory 
basis. A monitoring body was to supervise and 
implement the decision, and an African air 
transport executing agency was to ensure fair 
competition. Even though the decision was a pan-
African agreement to which most African states are 
bound, the parties decided that it should be 
implemented by separate regional economic 
organizations. Even with this giant step, a recent 
World Bank (2010) report has observed that 
African Civil Aviation Commission-a specialized 
institution of the African Union set up for this task 
is yet to prove its effectiveness. 
 
Even with this morsel development in Africa 
movement towards liberalization, a number studies 
have shown that the policy of deregulation already 
has a significant impact. Zimbabwe government 
white paper reports (2008) revealed that 
carriers/operators within Africa increased steadily 
in the past decade and stood at about 160 in 2007, 
compared with about 100 in 1997 (Schlumberger 
2010). Moreover, the structure of the industry has 
evolved with South Africa and Kenya gaining 
market shares in their respective regions.  
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One of the important consequences of the 
liberalization program on the continent over the 
past decade has been the strengthening of a small 
number of African carriers, such as Ethiopian 
Airlines and Kenya Airways, relative to other 
carriers in Africa. These airlines were helped by 
their geographic location, financial, commercial, 
and managerial strength, and access to 
intercontinental markets (Schlumberger 2010). All 
segments of the air transport market in Sub-
Saharan Africa have been growing steadily since 
1997, with a notable acceleration in growth since 
2004 that includes domestic, international, and 
intercontinental traffic (Bofinger, 2009). The 
growth in traffic has been accompanied by 
increased concentration, with fewer routes being 
served.  
Structural transformation has also being witnessed 
in Africa aviation sector. Structural changes in the 
airline business have been accompanied by changes 
in the roles of airports in Africa. Addis Ababa, 
Nairobi, and Johannesburg now act as gateways to 
the continent for international traffic and as hubs 
for its distribution. About 40 medium-size airports 
are connected to these hubs and primarily serve 
international and domestic traffic. Africa also has 
more than 200 small, and often nonviable, airports 
that act as the distribution points for low volumes 
of domestic air traffic.  
Similar studies in Brazil (Inter-VISTAS report, 
2009) noted that liberalization of market access has 
increased international traffic to/from Brazil by 5.9 
million passengers, an increase of 47% from 2007 
levels. Ownership and control liberalization has 
also raised international traffic by 4.0 million 
passengers, an increase of 32%. Liberalizing 
market access and ownership and control in 
combination is expected to stimulate an additional 
9.9 million international passengers, an increase of 
79%. Liberalization in the Brazilian aviation sector 
also provides considerable benefits for passengers. 
Average fares have decline by 30% with market 
access liberalization, by 20% with ownership and 
control liberalization and by 50% when both forms 
of liberalization are undertaken. These fare 
reductions provide increases in consumer surplus 
of between R$1.3 Billion and R$3.7 Billion. 
The Impact of Deregulation and Liberalization 
on Nigerian Air Transport 
Prior to deregulation, the Nigeria airline services 
are characterized of irregular and ineffective 
services and were generally shymbolic in nature 
(Ogunkoya, 2008). The consumer were left with 
Hobson’s choice as alternatives do not exist there 
were limited participant and no options offered 
irrespective of the quality of services rendered 
(Adeniji, 2000). These were the prevalent features 
which characterized the airline services in Nigeria 
prior to deregulation. 
However after deregulation, the airline services in 
Nigerian witnessed a new era of growth and 
advancement. The deregulation regime offered an 
increased interest and investment in the more 
dormant Nigerian aviation industry. As more 
airlines entered the market, an enhanced investment 
in fleets of aircraft to retire the old and risky fleet 
also to imbue confidence in the market. The 
services offered witnessed a turnaround as market 
driven innovations came to bear to attract more 
passengers. The corollary of this is the emergent of 
varieties of services to suit all categories of air 
travelers which were never a feature of the 
industry. 
According to Oluwakoya (2011) the deregulation 
of the aviation sector leads to. The Boeing 
Company reported that Nigerian airline, namely 
Arik Air, has ordered 15 new planes with least 
price of $1.8 billion (Allafrica,2008). It is worth 
mentioning that the impact of deregulation of air 
transport in Nigeria caused the establishment of 
MMA II, which is a good example of Public 
Private Partnership. The MMA II was an 
arrangement between the Bi – Courtney and entry 
of new operators, which injected fresh capital into 
the sector. The total amount of fund injected is 
estimated for about US $5 billion in the last three 
years the government to  build, operate and transfer 
infrastructure in Nigerian airports.   
The aftermath of deregulation saw the domestic 
passenger volume for the Lagos airport reached 1.6 
million Odunlami, (2008). Similarly, the Afrijet 
Airlines invested in the construction of private 
hanger operation in order to be used by the 
domestic and foreign airline operators in Nigeria. 
The investment amount was above US $1.5 million 
and has significantly contributed to the airline 
operations in Nigeria. 
In addition to the positive impact of deregulation, 
the Nigerian Civil Aviation Authority gave license 
to small operators outside the regular schedule 
service in the domestic and regional operations, to 
private companies with many fixed wings aircraft 
and helicopters servicing the oil fields as well as an 
increasing number of corporate and private aircraft 
(Idrisu, 2004). He went further to stress that some 
multinational oil companies have constructed their 
own airport to enhance the movement of both 
materials and workers in their onshore and offshore 
operations. An example is the Osubi Airport in 
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Warri, Nigeria, owned and managed by Shell 
Petroleum Development Company. 
Liberalization Effects on Ownership and 
Institutional Changes in Nigerian Air Transport 
Sweeping transformation has occurred in the 
ownership structure and institutional framework in 
the Nigerian air transport in terms of infrastructure 
control, foreign direct investment and increased 
interest of domestic and foreign airline 
participation in Nigerian aviation industry after the 
deregulation of the aviation sector. These changes 
coincided with the establishment of Bureau of 
Public Enterprise and the National Council of 
Privatization by President Obasanjo regime with 
the responsibility to privatized sectors government 
deem as best suitable for development under the 
private sector. 
 The Nigeria aviation industry was marked as one 
of the critical sectors for ownership and 
institutional changes, as well as to create open 
access for infrastructural development. In year 
2000, the Nigerian Airways were marked for 
merger, before it was finally merged in year 2004. 
The partnership investor was Virgin Atlantic who 
acquired the 49% of the airline and the Nigeria 
investor of different corporate sub-sector acquired 
the 51% in the new deal. The merger gave birth to 
Virgin Nigeria which started operation on the 24th 
September, 2004. The NCAA was created from the 
Directorates of Safety Regulation and Monitoring 
of the Federal Ministry of Aviation. This was done 
to conform to ICAO recommendation, as well as to 
provide a framework for the deregulation and 
liberalization agenda of the Federal Government of 
Nigeria. Also, the Nigerian Airspace Management 
Authority (NAMA), was responsible for the 
provision of seamless Air Traffic Management 
Services for the local and International airline 
operators.  
The institutional and ownership changes attracted 
foreign direct investment. The total estimated 
foreign direct investment portfolio in the sector 
both now and in the next five years is estimated for 
about US $10 billion. This has been made possible 
by the institutional re-arrangement to facilitate 
injection of new funds into the sector. Also 
increased foreign airline participation, such as 
Delta Airlines, Qatar Airways, South African 
Airways, Air France, Turkish Airlines etc enhanced 
the air transport sector in Nigeria. 
Figure8: 
Total Passenger Movement to/from Nigerian Major Airports (Port-Harcourt Airport. Lagos, Kano, 
Abuja and Calabar (1995-2003) 
 
 
 
 
We can deduce from the graph that apart from the 
cumulative number of passenger movement which 
depicts that total number, the domestic passenger 
movement was more than the international 
passenger flight. Significantly, we notice 
fluctuation in both domestic and international air 
transits from the period of 1997 to early 2000. This 
period was remarkable for being a post 
liberalization era, yet fluctuations occurred. This 
may not be unconnected with the global financial 
crisis in that period. In fact, with this trend, 
changes in the percentage of annual passengers’ 
movement are unperceivable. It is therefore 
necessary for the government and aviation sector 
stakeholders to ensure policy consistency in order 
to realize the benefit of liberalization of the sector. 
Source: Nigerian Civil Aviation Statistics, 2003  
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B. Chartered’s Operators Market share in 
Nigerian Aviation Sector. 
Aside from the normal scheduled flight that plies 
the Nigerian Skies, there are other chartered 
Aircrafts whose activities have increase over the 
years due to increase in major operators in the 
sector. Table 5.2 below described the trajectory of 
the market shares of such airlines.
 
Figure 9: 
Chartered Operators’ Market Share in Nigeria Aviation Market 
 
Source: Nigerian Civil Aviation Statistics, 2003. 
 
The general findings from the above table and 
figure are that the trend in the frequency of the 
chartered airline operators varies across the year 
with Bristow airline operator as the highest 
chartered Airline, with the highest number of 
passengers, as well as the market share in pax 
movement. The second order of the magnitude of 
the market share of the chartered airline operators 
is accruable to Dana Airline with about 2510 
frequency of time charted. Pan African and Wing 
Aviation followed suit in the highest order of 
magnitude. In all, southern Airline has the lowest 
share among the chartered airline operators.  
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